
 

GDOT Design Policy Manual  

Revised 3/27/2012 Bicycle & Pedestrian Accommodations 9-1 

Chapter 9 Contents 

9. BICYCLE & PEDESTRIAN ACCOMMODATIONS 2 

9.1. Overview 2 

9.1.1. Americans with Disabilities Act 2 

9.1.2. Definition of Accommodations 2 

9.1.3. Incremental Approach 2 

9.2. Typical Users & Needs 2 

9.2.1. Pedestrians 2 

9.2.2. Bicyclists 3 

9.2.3. Non-Motorized Needs and Volumes 3 

9.3. Bicycle Route Networks 4 

9.4. Warrants for Accommodation 6 

9.4.1. Pedestrian Warrants 6 

9.4.2. Bicycle Warrants 6 

9.4.3. Exclusions 7 

9.5. Facility Design 7 

9.5.1. Pedestrian Facility Design 7 

9.5.2. Bicycle Facility Design 11 

9.5. Work Zone Accessibility 13 

 

List of Figures 

Figure 9.1.  Examples of designated Bicycle Routes: 4 

Figure 9.2. Georgia Statewide Bicycle Route Network 5 

Figure 9.3.  Illustrations of Pedestrian Facility Design 10 

Figure 9.4.  Illustration of Bike Lane Design along Rural and Urban Roadways 12 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



 

GDOT Design Policy Manual  

Revised 3/27/2012 Bicycle & Pedestrian Accommodations 9-2 

9.   BBIICCYYCCLLEE  &&  PPEEDDEESSTTRRIIAANN  AACCCCOOMMMMOODDAATTIIOONNSS    
9.1. OOvveerrvviieeww    

Bicycle and pedestrian accommodations are incorporated into transportation projects as a means to 
improve the safety and mobility of non-motorized users.  The result should be a system that allows 
choice among both motorized and non-motorized modes of transportation. 
 
This Bicycle and Pedestrian Accommodations policy is based on principles from the Georgia DOT 
Pedestrian and Streetscape Guide (2003), the AASHTO Guide for the Planning, Design, and Operation 
of Pedestrian Facilities (2004), the AASHTO Guide for the Development of Bicycle Facilities, and the 
Public Right of Way Accessibility Guidelines (PROWAG) developed under the umbrella of the United 
States Access Board and the Americans with Disabilities Act of 1990 (ADA).  The latest PROWAG can 
be downloaded at: http://www.access-board.gov/prowac/draft.htm. 

9.1.1. Americans with Disabilities Act   

The ADA was enacted by the U.S. Congress and signed into law on July 26, 1990, and later amended 
with changes effective January 1, 2009.  The ADA is a wide-ranging civil rights law that prohibits, under 
certain circumstances, discrimination based on disability.  ADA design guidelines for accessible 
buildings and facilities are published in the ADA Accessibility Guidelines (ADAAG).  ADA design 
guidelines for accessible public rights-of-way are published in the PROWAG.   

9.1.2. Definition of Accommodations  

An accommodation is here defined as any facility, design feature, operational change, or maintenance 
activity that improves pedestrian and bicycle travel.  The type of accommodation may vary by location 
and the needs of typical users, but the safety and accessibility of all modes should be considered in 
every situation.  Accommodations may include the provision of:  bike lanes, shared-lane markings, or 
paved shoulders; sidewalks or shared-use paths; intersection and midblock treatments such as marked 
crosswalks, signs, lighting, and accessible features; and/or other treatments as necessary. 

9.1.3. Incremental Approach 

Bicycle and pedestrian accommodations are included as components of larger transportation projects.  
This strategy is a long-term incremental approach to developing a statewide network.  All necessary 
segments being consistently designed and implemented will provide for the safe and efficient 
movement of bicyclists, pedestrians, and motorists throughout the state.   

9.2. TTyyppiiccaall  UUsseerrss  &&  NNeeeeddss  

Pedestrians and bicyclists are often grouped together when referring to non-motorized users.  Both 
users generally travel at the far right or outside of the roadway, are generally slower than adjacent 
motor vehicles, and are more influenced by their immediate surroundings.  Since both non-motorized 
modes travel under their own power and are more exposed to the elements, both often prefer direct 
routes or shortcuts to minimize their effort and time.   However, there are significant differences 
between both pedestrians and bicyclists and within each of the two groups. 

9.2.1. Pedestrians 

All transportation trips begin or end with walking.  Many pedestrians choose to walk for convenience, 
personal health, or out of necessity.  They often prefer greater separation from the roadway, require 
additional time to cross roadways, and are the most vulnerable of all roadway users.  Pedestrians will 

http://www.access-board.gov/prowac/draft.htm
http://en.wikipedia.org/wiki/United_States_Congress
http://en.wikipedia.org/wiki/Sign_into_law
http://en.wikipedia.org/wiki/Civil_rights
http://en.wikipedia.org/wiki/Discrimination
http://en.wikipedia.org/wiki/Disability
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often seek to minimize travel distance, choosing direct routes and shortcuts even when facilities are not 
provided.  Walking trips are often combined with public transit for traveling longer distances, making 
consideration of accessibility to transit stations and stops a critical factor.   

A pedestrians is defined as a person on foot, in a wheel chair (motorized or nonmotorized), on skates, 
or on a skateboard.  Pedestrians include children, senior citizens, and people with physical disabilities; 
these groups may require additional design considerations. 

9.2.2. Bicyclists 

Bicyclists utilize pubic roadways for most trips and are therefore subject to vehicular laws.  Therefore, 
the bicycle facility should be designed to encourage cycling behavior that is as predictable as possible 
when interacting with vehicular traffic.  Bicycling trips serve both utility and recreation purposes, often in 
the same trip.  Utilitarian and commuter cyclists will generally choose whichever roadway provides for 
the most direct, safe and comfortable travel to their destinations. Younger, less experienced or 
recreational riders will typically choose routes for comfort or scenery and may feel more comfortable on 
separated facilities.  Bicycle facilities should be context sensitive and should be selected based on the 
characteristics of the road corridor, the expected needs of typical users, the accessibility of the facility 
to area destinations, and other considerations.  

There are two general types of bicycle facilities; on-road facilities including bike lanes or shared lanes; 
and off-road facilities such as shared-use paths, cycle tracks, or greenway trails.  On-road facilities 
allow cyclists to circulate with traffic, allow easier access to destinations, and help cyclists behave more 
predictably. Off-road facilities may allow greater separation from high-speed traffic but need careful 
consideration at driveways, intersections, and constrained areas.  These two facility types are not 
interchangeable and careful examination of their application should be conducted on a case-by-case 
basis.   

9.2.3. Non-Motorized Needs and Volumes  

Planning studies for bicycle and pedestrian travel normally consider the number of users, their typical 
needs, and significant barriers to travel. This includes measuring current and projecting future travel, 
evaluating existing conditions, and identifying constraints and opportunities. Typical planning tools may 
include non-motorized traffic counts, Bicycle or Pedestrian Level of Service formulas, Latent Demand 
Scores, user surveys, and public input; these tools all help establish user levels, destinations, and 
facility needs above the most basic routine project accommodations.    

The degree of non-motorized users and their needs should be determined during the project planning 
or concept development phase.  Defining the degree of non-motorized use and their needs will often 
require local input and for most projects can be accomplished during the initial concept meeting, 
reconnaissance of the project area, and meetings with local officials and stakeholders.   PIOH meetings 
are also a useful venue for obtaining this information.   

The findings and decisions of investigations relating to non-motorized users should be documented in 
the concept report as part of the project Justification Statement.  This information may be qualitative in 
nature but must be sufficient for use by the design phase leader to evaluate the bicycle and pedestrian 
warrants presented in Section 9.4 of this chapter.  The evaluation of warrants should be included as a 
separate section in the concept report.  If the project is expected to adversely impact existing bicycle or 
pedestrian accommodations, this should also be noted.  
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9.3.   BBiiccyyccllee  RRoouuttee  NNeettwwoorrkkss  

Roads and bikeways form a network of bicycle routes that facilitate travel for bicyclists by connecting 
metropolitan areas or regional destinations of important scenic, historic, cultural, and recreational value.  
An important role of planning is to help ensure that bicycle routes provide for reasonably direct travel.  
An important role of design is to help reduce other impediments (which discourage bicycle travel) by 
incorporating bicycle provisions into construction projects.  Consequently, rural cycling routes and long-
distance routes routinely consider the populations of the areas they connect rather than the populations 
along the actual route. 

The Georgia DOT maintains a network of cross-state bicycle routes to facilitate long-distance bicycle 
travel in Georgia (see Figure 9.1., Georgia Statewide Bicycle Route Network).  Regional planning 
commissions and local governments in Georgia have developed bicycle route networks which connect 
destinations within regions or facilitate local trips.  These routes consist primarily of on-road facilities 
(such as paved shoulders, bicycle lanes, or shared lanes) and way finding or cautionary signs.  Local, 
regional, and state bike routes are on file in the State Bicycle and Pedestrian Coordinator’s office in the 
Office of Planning.   
 
Routes identified as part of the Georgia Statewide Bicycle Route Network shall, at a minimum, comply 
with the basic bicycle accommodations outlined below:  

 all long-distance bicycle routes will meet the criteria for an approved numbered bicycle route 
system established by the American Association of State Highway and Transportation Officials 
(AASHTO), Manual on Uniform Traffic Control Devices (MUTCD), and GDOT guidelines; 

 Georgia state bicycle routes will be coordinated with neighboring states to ensure consistency 
for regional or national networks and allow for inter-state bicycle travel; and 

 long-distance bicycle routes should include the installation of bicycle route number signs and 
way finding or cautionary signs where necessary. 

While bicycle routes provide information to traveling cyclists, cyclists are allowed to ride on any road 
legally open to bicycles regardless of the presence or absence of specific bicycle accommodations or 
designations. 

Figure 9.1.  Examples of designated Bicycle Routes: 

 
 Scenic Byway, North Georgia Bike Lane, Sugarloaf Parkway, Gwinnett County 
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Figure 9.2. Georgia Statewide Bicycle Route Network                            

  



 

GDOT Design Policy Manual  

Revised 3/27/2012 Bicycle & Pedestrian Accommodations 9-6 

9.4. WWaarrrraannttss  ffoorr  AAccccoommmmooddaattiioonn  

The Georgia Department of Transportation has established the following standards and guidelines to 
ensure that bicycle and pedestrian accommodations are provided on all appropriate infrastructure 
projects where pedestrians and bicyclists are permitted to travel.  Warrants for bicycle and pedestrian 
accommodations will be evaluated as part of project concept development, and documented in the 
concept report. 
 
If it is not practical to comply with the criteria below denoted as “standards”, then agency approval and 
documentation will be required by formal Design Variance before the accommodation can be modified 
or excluded from the project.  To obtain a Design Variance, a comprehensive study and formal request 
shall be submitted using the format and procedures outlined in the GDOT Plan Development Process 
(PDP).  Examples of cases where bicycle and pedestrian accommodations may be excluded from 
projects are provided in Section 9.4.3, Exclusions.    

9.4.1. Pedestrian Warrants 

Standards – Pedestrian accommodations shall be considered in all planning studies and included in all 
reconstruction, new construction, and capacity-adding projects that are either located in an urban area 
(typically where curb and gutter is provided) or are located in areas with any of the following conditions:   

 on corridors with pedestrian travel generators and destinations (i.e. residences, commercial 
locations, schools, public parks, etc), or areas where such generators and destinations can be 
expected within the projected lifespan of the project;  

 where there is evidence of pedestrian traffic (e.g. worn path along roadside);  

 on corridors served by fixed-route transit in urban and suburban areas; 

 where there is an occurrence of “walking along the roadway” type crashes; and 

 where a need is identified by a local government through a planning study and public 
involvement process. 

 

Guidelines – Pedestrian accommodations should be considered in all planning studies and included in 
all reconstruction, new construction, and capacity-adding projects that are located in areas with any of 
the following conditions:  

 within close proximity (i.e. 1 mile) to any school, college or university; and 

 any location where engineering judgment or planning analysis determines a need. 
 

As part of Preventative Maintenance (PM) projects and Resurfacing, Restoration, or Rehabilitation (3R) 
projects, improvements and/or repairs to curb ramps should be assessed on a case-by-case basis.  
The Office of Maintenance will determine the eligibility for improvements and/or repairs to curb ramps at 
the formal field plan review.  
 

9.4.2. Bicycle Warrants 

Standards – Bicycle accommodations shall be considered in all planning studies and included in all 
reconstruction, new construction, and capacity-adding projects that are located in areas with any of the 
following conditions: 

 where there is an existing bicycle facility in place (including bike lanes, paths, shoulders, wide 
curb lane, and/or signage); 

 if the project is on a state, regional, or local bike route; and  

 where there is a demonstrated need, with bicycle travel generators and destinations (i.e. urban 
areas, residential neighborhoods, commercial centers, schools, colleges, public parks, etc), or 
areas where such generators and destinations can be expected within the projected lifespan of 
the project.  
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Guidelines – Bicycle accommodations should be considered on projects that are located in 
areas with any of the following conditions:  

 within close proximity (i.e. 2 miles) to any school, college or university;  

 where a project will provide connectivity between two or more existing bikeways;  

 where a local bike route is identified by a local government through a planning study; 

 along bicycle routes that connect metropolitan areas and regional destinations; 

 on resurfacing projects in urban areas, the Department may consider restriping the roadway and 
narrowing travel lanes to provide additional shoulder width or wide curb lane.  Restriping will be 
considered where space is available and where there is no significant history of sideswipe 
crashes.  The Office of Maintenance will coordinate with the Office of Planning and Office of 
Traffic Operations to define an appropriate crash threshold for determining eligibility for 
restriping on a project-by-project basis; 

 on projects where a bridge deck is being replaced or rehabilitated with Federal financial 
participation, and where bicycles are permitted to operate at each end of the bridge, the bridge 
deck may be replaced or rehabilitated to provide safe bicycle accommodations; and  

 any location where engineering judgment or planning analysis determines a need. 
 

9.4.3. Exclusions 

Bicycle and pedestrian accommodations are excluded from routes that have been designated as “Full 
Access Control” such as freeways and interstate highways.” 
 
A sidewalk may be excluded on side road tie-ins where there is no existing sidewalk and the additional 
widening of shoulders for sidewalk would result in excessive impacts as determined by the design team 
on a case-by-case basis.  Sidewalks are not required in rural areas where curb and gutter is placed at 
the back of the useable shoulder for the purpose of reducing construction limits.  

 

Either of the following conditions may be considered justification for a Design Variance to exclude 

bicycle and pedestrian facilities: 

1. projects where the cost of providing bicycle and pedestrian facilities would be excessively 
disproportionate to the need or probable use. Excessively disproportionate is defined as 
exceeding twenty percent (20%) of the total cost of the project; and 

2. bridge projects where the existing width will provide adequate shoulders (at least 4-ft. of smooth 
pavement) for non-motorized use.  
 

9.5. FFaacciilliittyy  DDeessiiggnn  

9.5.1. Pedestrian Facility Design 

The Georgia DOT has compiled the following design criteria as recommended dimensions when 
designing sidewalk and pedestrian facilities in Georgia.  The criterion was developed with reference to 
the PROWAG developed under the umbrella of the United States Access Board and the ADA.  In some 
cases, GDOT provides more specific and selective criteria relating to the design of sidewalks.  If it is not 
practical to comply with the following GDOT criteria, then the designer shall, at a minimum, comply with 
the criteria published in the PROWAG.   
 
If an engineer determines that the nature of an existing facility makes it technically infeasible to comply 
fully with the accessibility standards published in the PROWAG, then the design or alteration shall 
provide accessibility to the “maximum extent feasible”.  The approval of a Design Variance from the 
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GDOT Chief Engineer will be required before a design or alteration can be retained or 
incorporated into a project that does not comply with the criteria published in the PROWAG.   
For design options involving pedestrian facilities in urban areas, GDOT recommends the report 
“Accessible Public Rights-of-Way Planning and Design for Alterations”, published by the Public Rights-
of-Way Access Advisory Committee (PROWAAC).  The report is located on-line at:  http://www.access-
board.gov/prowac/alterations/guide.htm. 

Location of Sidewalk  
Sidewalks are typically provided along urban shoulders, wherever curb and gutter is utilized along the 
outside edges of pavement of the mainline.  See Chapter 6.7 Border Area (urban shoulder) of this 
Manual for a more complete definition of an urban shoulder.   
 

Width of Sidewalk 
GDOT recommends the minimum width of sidewalk be 5-ft of clear unobstructed space.  A 5-ft sidewalk 
width should allow adequate space for two wheelchairs to pass without conflict.  Higher pedestrian 
usage may warrant the use of wider sidewalks.     
 
The PROWAG (R301.3) specifies that “walkways in pedestrian access routes that are less than 5-ft in 
clear width shall provide passing spaces at intervals of 200-ft maximum.  Pedestrian access routes at 
passing spaces shall be 5-ft wide for a distance of 5-ft”  When right-of-way is limited at intersections, 
the designer should be careful not to violate this requirement by placing a strain pole or pedestrian 
signal head in a way that would reduce this 5-ft x 5-ft area.  

Buffer Space  
The buffer space is defined as the area between the back of curb and edge of sidewalk.  The buffer 
space provides important safety and comfort benefits for walkers as well as allows room to place 
utilities or street furniture without obstructing the pedestrian travel way.   
 

GDOT recommends a 6-ft wide buffer space between the back of curb and the sidewalk.  If a roadway 
has multiple driveways, a 6-ft buffer space will provide the offset required to connect the sidewalk 
perpendicular to the back of a standard concrete valley gutter driveway.   
 
The minimum buffer space between the back of curb and sidewalk should be at least 2-ft wide, to 
provide a degree of separation between pedestrian and vehicle, and to allow for utilities.  A minimum 2-
ft wide grass or paver strip is preferred because it provides a color contrast which assists visually 
impaired pedestrians to better distinguish between the sidewalk and roadway.  A minimum 2-ft wide 
buffer also provides some protection from overhanging objects from vehicles, and also creates a 
psychological barrier, enhancing pedestrian comfort.   
 
Where right-of-way constraints will not permit a 2-ft buffer width, sidewalk may be constructed adjacent 
to the back of curb.  For example, this may occur in Central Business Districts or where buildings are 
adjacent to the right-of-way.  
 

Cross-Slope 
The maximum allowable sidewalk cross-slope shall not exceed 2.0% (PROWAG R301.4.1). 
 
Longitudinal Slope 
The longitudinal slope (grade) of a sidewalk shall not exceed the general grade established for the 
adjacent street or roadway (PROWAG R301.4.2).  In cases where sidewalk alignment deviates from 
the adjacent roadway, the longitudinal slope of the sidewalk shall not exceed 8.3% (PROWAG 
303.2.1.1). 

http://www.access-board.gov/prowac/alterations/guide.htm
http://www.access-board.gov/prowac/alterations/guide.htm
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Curb Ramps  
The ADA requires accessible curb ramps be included on pedestrian facilities.  

 Ramp profile shall have a running slope between 5 percent minimum and 8.3 percent maximum 
(PROWAG R406.2).   

 The ramp should be placed in line with pedestrian flow and crosswalks, and the edges of a 
diagonal curb ramp must be parallel to the direction of pedestrian flow.  

 The bottom of diagonal curb ramps shall have 48 in. minimum clear space between the curb line 
and the vehicle traveled way line.   

 
Refer to GDOT Construction Standards and Details, Construction Details A-1, A-2, A-3, and A-4 for 
additional information regarding the typical location and design of sidewalks and curb ramps. 
 
Sidewalk Surface 
The surface of the pedestrian access route shall be firm, stable and slip resistant.  Surface 
discontinuities shall not exceed ½” maximum vertical or horizontal (PROWAG R301.5.2).   
 
In situations where existing sidewalk will be retained, vertical discontinuities between ¼ in. and ½ in 
maximum shall be beveled at 1:2 minimum. The bevel shall be applied across the entire level change.  
In situations where existing sidewalk will be retained, the project must repair/replace areas of sidewalk 
that has heaved (vertical) more than ½ in., or if there are more than ½ in. gaps (horizontal) in the 
sidewalk. 

Detectable Items for the Impaired 

Detectable warnings are devices that alert a visually impaired person that they are entering or exiting a 
potentially hazardous area.  All wheelchair ramps shall incorporate a detectable warning surface (see 
GDOT Detail A4). The minimum width of the detectable warning surface is the width of the curb ramp 
exclusive of flared sides (R304.1.4).  Detectable audible warning systems should be used where a 
need has been determined. 

Crosswalks 
Crosswalk design, placement, and the selection of additional safety treatments (where necessary) 
should meet GDOT’s most recent guidance located in Section 12.2.3 of the GDOT Signing and Marking 
Design Guidelines and in GDOT Construction Details.  

Bridges  

A typical sidewalk width across a bridge in an urban area is 6-ft without a buffer space between the 
back of curb and sidewalk.  Therefore, the width of the sidewalk should transition from the roadway 
cross section to the bridge cross section before the approach slab.  This should also include eliminating 
the buffer space in advance of the bridge.   
 
When sidewalk is tapered to match the bridge shoulder, this is typically done in an area 50-ft to 100-ft in 
advance of the bridge. Where guardrail is used on the bridge approaches, the sidewalk transition 
should follow the guardrail offset transition.  
 
 
 
 
 
 

 

http://tomcat2.dot.state.ga.us/stds_dtls/index.jsp
http://www.dot.state.ga.us/doingbusiness/PoliciesManuals/roads/smguide/GDOT_Signing_and_Marking_Guide_printerfriendly.pdf
http://www.dot.state.ga.us/doingbusiness/PoliciesManuals/roads/smguide/GDOT_Signing_and_Marking_Guide_printerfriendly.pdf
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Figure 9.3.  Illustrations of Pedestrian Facility Design 
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9.5.2. Bicycle Facility Design  

GDOT adopts the design guidance published in the AASHTO Guide for the Development of Bicycle 
Facilities.  Design consistency with local or regional bicycle plans should be considered wherever 
possible. There are three types of bicycle facilities commonly designed by GDOT.   
 
1. On-Street Bicycle Facility – preferred by GDOT where practical, an on-street bicycle facility has a 

designated one-way “bike lane” with painted stripe and symbols directly adjacent to the travel lane 
for preferential or exclusive use by bicyclists.  
 
On-street bicycle facilities are generally preferred for commuter cyclists because they allow 
bicyclists to travel with the flow of traffic and have a minimal amount of conflict points with 
pedestrians and driveways.  

 
Consistent with AASHTO, GDOT has adopted 4-ft as the typical “bike lane” width for both rural and 
urban type roadways.  GDOT recommends the dimensions indicated below.   

 
 On rural roadways, the 4-ft bike lane is incorporated into the overall width of paved 

shoulder to include a 16-in rumble strip offset 12-in from the traveled way.  The 
shoulders are designed with a gap pattern rumble strip to allow bicyclists to smoothly 
enter and exit the bike lane.  Refer to Ga. Construction Detail S-8 for additional 
information regarding the design of bike lanes and rumble strips on paved shoulders.  

 

 On urban roadways with curb & gutter, the 4-ft bike lane is developed between the 
traveled way and gutter. The bike lane does not include the gutter width. 
 

The designer should note, if the space to the right of the traveled way stripe is less than 4-ft wide, 
the route cannot be signed or marked as a “bike lane” facility and will be referred to as a shoulder 
(refer to design of signed shared roadway facility).  

 
2. Signed Shared Roadway Facility – where it is not practical to design a designated minimum 4-ft 

“bike lane”, a signed shared roadway facility may be considered.  A signed shared roadway facility 
requires that vehicles and bicycles share the travel lanes of the roadway.  Signed shared roadways 
are identified by signing as a preferred bike route.  A signed shared roadway facility should provide 
a wide outside lane or paved shoulder to accommodate bicycle travel.  The additional shoulder 
width is especially desirable if vehicle speeds exceed 50 mph and the percentage of large vehicles 
is high.  The measurement of usable shoulder width should not include the width of a gutter pan.   
 

3. Shared-Use Paths – a multi-use path designed for both transportation and recreation purposes.  
Shared use paths typically are separated from motorized vehicular traffic by an open space or 
barrier, either within a highway right-of-way or within an independent right–of-way.  Shared use 
paths are used by pedestrians and bicyclists, joggers, skaters, wheel chair users (both 
nonmotorized and motorized), equestrians, and other nonmotorized users. Shared-use paths are 
considered off-road transportation routes for bicyclists and others and serve as a necessary 
extension or supplement to on-road bicycle facilities.  Shared-use paths should not be considered a 
substitute for on-street improvements.   
 

Bicycle safe drop-inlet grates are required for all roadways that meet the warrants for bicycle 
accommodations defined in this policy.   
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Figure 9.4.  Illustration of Bike Lane Design along Rural and Urban Roadways 
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99..55..  WWoorrkk  ZZoonnee  AAcccceessssiibbiilliittyy  

For pedestrian accessibility requirements during construction see GDOT Special Provision, Section 
150.02 – K.  Pedestrian Considerations.  The current GDOT SP 150 – Traffic Control is located on 
the Department’s website at the following address. 
http://www.dot.ga.gov/doingbusiness/theSource/special_provisions/shelf/sp150.pdf 

 

http://www.dot.ga.gov/doingbusiness/theSource/special_provisions/shelf/sp150.pdf

